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Train Orders for tho next meeting: 

The March meeting of the C»R«II»A» *» Roclcy Mountain Chapter 
will be hold at a rather new and different location this t&me„ 

Arrangements have been made to hold this particular meet-* 

Ing at Mol sons Edmonton House 104th avenue and 121st streets It 
Is planned to have a slide and movie show of "Trains in the Snow ,r 0 
This will be a collection of slides and movies provided by our 
members and we are therefore asking all members to bring any 
slides s movies or photographs s color or black and white D We will 
have a. 3$mm slide projector there, however It x>rould be appreciated 
If you would phone Clayton Jones if you have any photographs that 
you would like to have projected,, The opaque projector is quite 
heavy thus Eric Johnson will bring It only if there are some photos 
to project,, Claytons s phone number is 45&&361* elaborate a little 
further, we are asking anyone who has slides or pictures depicting 
trains or railway operation in the winter time^ to bring them aloiag. 
There will also be shown an excellent film in color poduced bv the 
British Columbia Bepartment of Highways entlttled H Rodgers Pass * 

This film has some very good photography of the early days of 
railroading through the pass 0 VJe're sure you'll all enjoy this film 
so please all come 0 Remember the place, I-Iolsons House and the time 

8 PoW ° Tke clcrVe — 'Tuxr^day PlarcW^™^ /9G6- 
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The monthly executive meeting was hold on February 2f?th with 
the following points discussed: 

It was suggested that in order to save time at the general 
meetings, that members may bring up items that they wish to have 
discussed prior to these general meetings 0 This means in effect 
that we are asking members to contact the President or the Vice- 
President at home prior to the executive meeting when the matter 
will be de&lt with* We think that this will certainly save a bit 
of time and will possibly have the item discussed more thoroughly. 
This of course doesn't mean that points cannot be brought up at 
the general meeting,, 

In order to begingliquidating our financial debt, donations 
are now being solicited on behalf of the C.R.H.A. Rocky Mountain 
Chapter,, A local receipt will be Issued with an official one to 
be sent later from Montreal,, This one would be for Income tax 
purposes* As you probably knot*, two of our local members have 
provided the group with financial support personally and It Is 
hoped to repay these two members as soon as possible,. All donations 
big or small will most certainly be accepted with much gratitude* 

We received a most welcom® letter from Montreal recently 
informing us that the Canadian Pacific Railway has donnatad a 
Boarding Car to us free 0 It is Mo 0 Zj. 09748 can b® seen over on 
the South Side C.P.R, yards Q 

We also have been Informed that a monthly ad will appear in 
n Canadian Rail", giving us a bit of much appreciated publicity* 

The matter of a meeting night other than Tuesday was also 
discussed. We realize that there is never one evening that is 
suitable to everyone. We are not contemplating a change from Tuesday 
to antoher night but possibly have our meeting on a Monday one 
month, a Tuesday the next, maybe a Friday on the third month. This 
way we hope that those who just cannot attend on a Tuesday due to 
other commitments will be able to come to at least one meeting every 
second month. Please give this some thought and let us here your 
comments at the next meeting, 

Harold Maw tells us that work is still progressing on Engine 
73, with the northern Alberta painted on the side. 


' LOCAL NEWS 

The following is reprinted from the February 1966 issue of 
the CNR magazine "Keeping Track" , to which we are indebted, 

"Centralized Traffic Control, a project that started on CN 
eight years ago and 3,500 .miles ago, has bean completed on our 
main line. 

Last link in the chain t*as formed in November with the comp¬ 
letion of CTC installation on the main lino between Edmonton and 
Jasper, CN now has the only complete railway protective signalling 
system in North America that runs from the Atlantic to the Pacific, 

Sections between Boston Bar-Jasper and Montreal-Toronto are 
the only ones not controlled by CTC 0 These areas, totalling 467 
miles, operate under automatic block signals. 

Centralized traffic control is a modern signalling system by 
which the operation of train traffic is governed by a dispatcher 
seated ±fi front of a panel. Single track controlled CTC can carry 
80 per cent as much traffic as double tracks, 

"CN's program of CTC was the largest installation of its kind 
ever undertaken by a railroad," declares D,II.Green, engineer of 
signals, 

Mr, Green goes on to sajr that the many years of planning, 
designing and installing the equipment for CTC "have given us one 
of the most efficient means of handling traffic in the transport** 
ation field," 

CANADIAN NATIONAL has ordered 30 high-powered diesel locom® 
otlves at a cost of (8,5 million. 

It is the first large purchase of diesels since the diesel® 
ization program to replace steam power was completed by CN in I960, 

Ten of the Socoraotivos, at 3,000 h,p, each will be built by 
General Motors Ltd., at London, Ont, Twenty locomotives, each of 
2,400 h,p 0!> will be built by Ucntral Locomotive Works Ltd, Delivery 
was to begin in January, 1966, with the last units being turned 
out in June 1966 , 

The new 3*000 h,p. locomotives will be the most powerful of 
CN f s fleet 6 The largest nox/ in service are 2,500 h„p. 


CITY'S LAST STREETCAR DRIVER DIES from the Edmonton Journal 

The man who drove Edmonton's last streetcar died January 19 th 
Charles Woollett, 80^ of 11724**Sl, 9 street, drove the city's last 
streetcar before it was retired from service in 1951® 

Mr® Woollett was also known for having chased his streetcar 
down 118th avenue to the trolley barns when it got away from him 
one day during the Second World War, 

When the second half of the Low Level bridge was being built 
in 19b$s> had set up the system of "belling" city buses across 

the bridge during fog, 

Mr, Wollett and another man would stand at opposite ends of 
the bridge and ring bells signalling the buses to cross when the 
traffic wa3 light. At that time a bus and car could not pass each 
other on the bridge. 




CPR TESTS HEW DIESEL LOCOMOTIVES — 

As a follow up from the artlolo i*eleased by CN regarding 
their program for purchase of new motive power, an article 
appearing in the Edmonton Journal of February 24th Is reprinted 
here,, 

CALGARY (C?) — The Canadian Pacific Railway says it is 
testing two 3,000«horsepower diesel locomotives* 

It Is the first of 32 units to be delivered to the CPR 
starting thi3 summer. 

Largest diesel locomotive now used by the railway is a 
2,f>00 hosepower unit. Delivery of the new units from General 
Motors Is expected between July and December, 

The two locomotives hauled 90,000 bushels of Alberta wheat 
over the Rocky Mountains earlier this week, achieving a tonnage 
haul approximately 60 percent greater than capacity of the 
railways present diesels* 

Sixty-three boxcars were hauled by the westbound units 
from Medicine Hat to Calgary, a distance of 175 miles over an 
uphill grade, in three hours and 30 minutes, nine minutes more 
than the scheduled time for the Canadian, the C?R»s crack trans¬ 
continental passenger train* 


VS ST COAST RAILWAY ASSOCIATION FAIT TRIP — 

By the time this news lettor is released. It will too late 
for our readers to take advantage of this trip a Ue think it 
would be worthwhile to print the announcement anyway* 

’’The West Coast Railway Association is presenting Its third 
annual Budd RDC trip on the scenic Pacific Gr®at Eastern Railway* 
The train runs along Howe Sound and up the Cheakamus Canyon and 
into the Cariboo Country to Kelly Lake north of LiXlooet, B*C, 
This excursion through B.C,»s most magnificent scenery presents 
great opportunities for photography fans and for those who 
simply enjoy a fine train ride* The fare for this trip is 10*50, 
and the date of the trip Is February 26th*” 

We in the Edmonton"Rocky Mountain Chapter i*ish our friends 
at the West Coast success of the RDC excursion and only wish we 
could accompany them* Perhaps someday^ 




On the following page is printed a list of our current 
membership list* As was done last year, we thought that you 
Would like to have your own n Who*s Who ft so as to get to know 
each other just a'little bit better* 




I966 MEMBERSHIP LIST 

: 'jOOO nvoOOO n o 


jo;;n: :m2CER 

25 CTEOSVEl.'OR BLVD. ST, ALBERT 

599-6225 

v.'AYi'TE root; 

11215-109 SI. 

477-3371 

DAVE CnORHBU. 

8604-137 ST. 

4-80-5532 

VII"CE COLEY 

11243-72 AVE. 

434-1697 

DALE CUTIIBERTSOU 

12234-94 ST. 

479-0476 

GEORGE DEVIII 

10510-67 st. 

466-8410 

GEORGE THRIFT 

12316-131 AVE. 

455-1980 

G.A. PILLION 

1509-19 AVE, S.W. CALGARY 


ERIC JOHNSON 

15942-107 A AVE, 


CLAYTOIT JONES 

12441-141 ST, 

455-6361 

BOB KING 

7903—SASKATCHEWAN DRIVE 

433-8422 

V733S KNUTSON 

11219-106 ST. 

477-6352 

HAROLD MAW 

11006-106 AVE. 

424-1058 

DOUG MCKECIIHIE 

13315-101 AVE. 

488-6538 

JOini MDIICLE 

11203-61 ST. 

477-3985 

BOB MILLER 

11631-71 ST. 

477-6889 

ERIC SMITH 

I4640-IIO A AVE. 

455-6267 

KELT TURNER 

10619-42 ST. 

469-5366 

NICHOLAS UICKEHDEIT 

11609-S A5KATCIIEWAIT DRIVE 

433-1970 

DOUG YUILL 

10110-139 AVE. 
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.FART TWO. 


Train Order Systems . 


In the first instalment of this series, we discussed i^ay- 
side signals and the innovation of space or time interval control. 
This worked quite well for the first years of railroading, whan 
trains ran perhaps once or twice a day and never at night. Then, 
as traffic increased more and more trains ware operated and con- 
gestion began to be a problem. The trains were all listed in a 
timetable and were required to wait at the scheduled meeting 
points for each opposing train. This was fine so long as trains 
ran reasonably to schedule, but of course, even on the best of 
railways, emergencies eventually occur, and a train would become 
several hours late. This meant that all the opposing trains were 
stalled at the fixed meeting points until it arrived. Then they 
in turn were late and delayed all the other trains they had to 
meet. Thus a chain reaction of delays occured which made nonsense 
of the timetable and caused great inconvenience to the passengers. 

So it was in 1851 that a superintendent of the Erie Railroad 
(then the worlds longest railway and a very congested one )happened 
to be travelling on a train that was so delayed. He telegraphed to 
the next station down the line and found that the train they were 
waiting for had not arrived. He then sent a telegram to the agent 
there ordering him to hold the offending train at his station 
until further orders. Next he ordered his engineer to proceed.... 
thus the first train order was issued. From this has developed 
the complex system of today, designed to facilitate the movement 
of trains. Eventually all but the smallest of North American lines 
adopted train order control, often with their own variations to 
suit local conditions. The following notes will therefore not be 
exactly correct for any railway but reflect the general pattern. 

The basis of all train order systems is that one man is 
given entire control of a section of a railroad. Hs is called the 
Dispatcher ( sometimes, unkindly, he is also known as the Delayer!) 
and may control a part of a division or even several divisions, 
depending on the amount and complexity of the traffic handled.At 
intervals along the line, operators are stationed. These would 
usually be placed at each siding and junction and often combine 
this work with that of Agent. These men are all connected by 
telephone and telegraph facilities- the "train line 5 , which is 
used to pass all operational messages, being a party line on which 
all operators listen more or less continuously. 

Let us first consider the operation of regularly scheduled 
trains. These are all listed in the "Working Timetable 0 , the 
railroaders "Bible”. All train crews, section hands and any others 
concerned with train operation are required to carry the current 
issue. In the normal course of events, with all trains running on 
time - or nearly so -- the dispatcher will issue few orders. He will 
warn train crews of temporary slow orders, any danger points such 
as a possible landslide, etc. and will also issue special inst- 





ructions for unscheduled stops for special traffic and so on. In 
such periods, when trains are on time, traffic proceeds in accord¬ 
ance with operating rules, which have been established over the 
years largely to reduce the number of orders to be issued. As al¬ 
ready mentioned, the Working Timetable is followed closely and 
trains are not allowed to run ahead of time. Meeting places are 
established ( usually they are printed in heavy type so that they 
shall not be overlooked) and are absolute... that is, you wait at 
the established meeting point until the other train arrives. This 
is just as it v;as in the early days of railroading... remember we 
are considering NORMAL operation with all trains on time. As each 
train passes tho operators along the line, they report the passing 
times to the dispatcher who will record this on the Train Sheet,a 
kind of master timetable which ha fills in as tho day progresses, 
and which provides a permanent record of the actual happenings. 

However, on a. single track railway, trains have to meet 
and pass each other. (Meet 6 and "Pass' have especial significance- 
. two trains going in opposite directions MEET one another, 
while a faster train overtaking a slower one is said to PASS). 
Obviously, one has to go into the siding, and, to involve endless 
argueraents between crews,rules are provided for this purpose. 

Trains are given 'Right 0 by Direction,Class and Order, in ascend¬ 
ing priority. The lowest priority is that of Direction. 

On the Canadian National, eastbound is the supreme direct¬ 
ion, and so,all other things being equal, at a meet the WESTBOUND 
train takes the siding and the EASTBOUND holds the main line. 

Either train may arrive first... this is irrelevant to the meet., 
it is the direction which determines the RIGHT to hold the main. 

It often happens, in fact,that the eastbound train arrives and 
runs slowly down to stop close to the east switch of the siding. 
Often the head brakercan will throw the switch for the westbound 
train... this helps both of them and saves time. The train taking 
siding V7ill have to stop at both ends of the loop to throw the 
switches and close them after using the siding ( since operating 
rules require all _ switches to be left set for the main. 
Failure to do this has resulted in some spectacular pileups over 
the years.}) Xt often happens at a meet, however, that right of 
DIRECTION is superseded by Right of CLASS. 

Trains are classified by their cargo and speed. A passenger 
train is normally a Class 1 train while a Mixed would fee Class 2. 

A fact freight might be Class 3 and so on, depending on the practice 
of the railroad. A class 1 train is superior to a class 2, a class 
2 is superior to a class 3 and so on. Thus if the meet is between 
an EASTBOUND freight and a WESTBOUND passenger, the class 1 train 
is of higher priority ( even although travelling in the INFERIOR 
direction ) and would hold the main line, while the freight train 
goes in the siding. It is only if th® trains are of the same CLASS 
that the DIRECTION governs who takes siding. On some railroads. 


a meet between trains of different class is treated no differently 
than a meet between trains of the same class. That is, either train 
may arrive first and that one waits for the other. On other railroads 
the timings are so arranged that the lower class train normally 
arrives first so that the other train is not delayed. REMEMBER, we 
arcs still talJcing about REGULARLY SCHEDULED TRAINS only. 

CLASS TAKES PRECEDENCE OVER DIRECTION. 

So far, wg have been considering an ideal railroad with all 
trains on time. This is all very well, but we now have to consider 
the problem of a traib that is late. Now the dispatcher begins to 
earn his pay and the right of ORDER tabes over. From his train 
shoot, the dispatcher can see that a certain train is beginning to 
lose time, and that this will in turn delay opposing trains.He 
therefore will issue an order OVERRULING the timetable and changing 
the meeting point. Such an order has superiority over ALL other 
rights and is a most powerful weapon in keeping traffic flowing 
smoothly and on time... more or less. However, it is not quit© that 
simplei Safety requires that the orders are issued in a prescribed 
sequence. Two types of train order are used... the ”19" and the ”31". 
The “31° order is used to ^strict the rights of a train and on many 
railroads the train is required actually to stop t© receive it. Also 
the orders must bo signed for by th® Engineer { who MUST show it to 
his Fireman and Head Brakeman) and by the Conductor, who MUST show 
it to the Rear Brakeraan. This is for safety to snaur® that all 
aboard the train read and understand the order. On some lines, a 
signature is not required and th® train need not stop. This pro¬ 
cedure is a result of bitter experience where such restrictive 
orders have been ignored. 

Tha 8 19 0 order is issued to permit a train to move in & 
less restricted manner and can be handed up 0 on the fly *. Sf such 
an order is ignored, no danger exists... all that will happen is 
that there may fee delays in service. Lst us consider an imaginary 
case. Kfo.l (west) is scheduled to saeot No. 2 (east) at STONY PLAIN. 
However, No.l is delayed somewhere east of Edmonton and is running 
20 minutes late. Seeing this, th© dispatcher will issue an order to 
NqI at, say. North Edmonton. H© will call the operator there and 
dictate the order.... " To C and E Train 1 ((one)) engine 1234 (one 
two three four). Meet Train 2 (two) at ACHESON." (Note that all 
numbers are repeated by spelling out.... the exact wording will 
vary from road to road but there is a standard form used always 
on each railway. Not© also that no surplus words are used.) The 
operator at Nth.Ed. will repeat this message back to the dispatcher 
t© check it and will then deliver it to the train crew. H© stops 
the train with his order board, of course, and hands the orders 
up with th® familiar loop..or the train stops to collect the order. 

As soon as it has been delivered, ho so reports to the dispatcher. 
Then and ONLY then can th© dispatcher call the operator at, say, 
ftabamum, to s©nd him a °19 8 ... "To C and E Train 2, engine 1235. 

Mast Train 1 at ACHESQN." This also is r©ad back by the operator 
and then delivered to th© craw ( who need not stop to receive it). 

In this way, th® meat is changed. Next month, we will continue 

this survey and consider other problems that arise. 


E 0 W.Johnson. 
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